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COMMISSION IMPLEMENTING REGULATION (EU) 2021/1296
of 4 August 2021

amending and correcting Regulation (EU) No 965/2012 as regards the requirements for fuel/energy
planning and management, and as regards requirements on support programmes and psychological
assessment of flight crew, as well as testing of psychoactive substances

(Text with EEA relevance)

THE EUROPEAN COMMISSION,
Having regard to the Treaty on the Functioning of the European Union,

Having regard to Regulation (EU) 2018/1139 of the European Parliament and of the Council of 4 July 2018 on common
rules in the field of civil aviation and establishing a European Union Aviation Safety Agency, and amending Regulations (EC)
No 2111/2005, (EC) No 1008/2008, (EU) No 996/2010, (EU) No 376/2014 and Directives 2014/30/EU and 2014/53/EU
of the European Parliament and of the Council, and repealing Regulations (EC) No 552/2004 and (EC) No 216/2008 of the
European Parliament and of the Council and Council Regulation (EEC) No 3922/91 ('), and in particular Article 31 thereof,

Whereas:

(1)  Commission Regulation (EU) No 965/2012 (3 lays down detailed rules for air operations and in particular for fuel
planning and management. Those rules should be updated to reflect recent advances in engine technology and best
practices in the domain of air operations, and to take into account worldwide aviation experience and scientific and
technical progress in air operations.

(2)  The latest fuel-related amendments to Annex 6 of the Convention on International Civil Aviation (ICAO), being Part
I (11th edition), Part III (9th edition) and the new guidance of ICAO Document 9976 ‘Fuel planning manual’ should
be incorporated in Regulation (EU) No 965/2012, with the exception of certain requirements applicable to
helicopters, where other solutions are considered by EASA as meeting the required level of safety.

(3)  The new rules on fuel/energy planning and management should allow for a level playing field for all interested
parties in the internal aviation market and improve competitiveness of the Union aviation industry.

(4)  The new fuel/energy planning and management requirements should support innovation and allow for the smooth
integration of new technologies into the air operations domain. Therefore, the term ‘fuelfenergy’ should be used
instead of the term ‘fuel’, wherever appropriate, to accommodate operations with aircraft that use other energy
sources than conventional hydrocarbon-based fuel.

(5)  The requirements related to the different types of operations should be proportionate to the scale and complexity of
such operations, as well as to the risks involved in such operations.

(6)  Air operators should be able to use a performance-based planning and management procedures that improve
operational efficiency by producing financial and environmental benefits, while maintaining or even improving the
level of safety. Therefore, the new requirements for acroplanes used in commercial air transport (CAT) operations
should introduce a comprehensive fuel scheme encompassing three main policies related to fuel: fuelfenergy
planning, aerodrome selection and in-flight fuel and energy management. This should allow a more flexible
management of risk by the operator, leading to potential efficiency gains.

() OJL212,22.8.2018,p. 1.

() Commission Regulation (EU) No 965/2012 of 5 October 2012 laying down technical requirements and administrative procedures
related to air operations pursuant to Regulation (EC) No 216/2008 of the European Parliament and of the Council (O] L 296,
25.10.2012, p. 1).
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Safety information collected by EASA suggests that new requirements should be introduced to address the risks
associated with refuelling, and more specifically when refuelling with passengers on board, disembarking or
embarking, and when refuelling a helicopter with rotors turning.

The assessment of complex fuel/energy schemes requires enhanced capabilities from the competent authorities,
therefore it is necessary to introduce criteria to guide competent authorities when making operational safety risk
assessments to support the application of fully performance-based fuel/energy schemes.

Following the principles of proportionality and better regulation, the fuel and energy requirements for non-
commercial operations with complex motor-powered aircraft (NCC) and for specialised operations (SPO) should be
better aligned with those for CAT operations. On the other hand, the fuel and energy requirements for non-
commercial operators of other-than-complex motor-powered aircraft should be based on safety objectives and
should allow a performance-based approach. The new requirements on fuel and energy planning and management
should reduce regulatory burden, increase cost-effectiveness and, with some exceptions, lead to harmonisation with
requirements laid down by ICAO.

(10) Commission Regulation (EU) 2018/1042 (}) added to Regulation (EU) No 965/2012 requirements for support

programmes, the psychological assessment of flight crew and the systematic and random testing of psychoactive
substances to ensure the medical fitness of flight crew and cabin crew members. Those requirements have become
applicable in February 2021. The Agency was mandated to continuously evaluate the effectiveness of the new
provisions and produce a first evaluation report by August 2022. Taking into account the impact of the Covid-19
pandemic on aviation, it is advisable to allow for more time for the Agency to collect the relevant data for the
evaluation. Therefore, it is necessary to postpone the deadline for the completion of the evaluation report to
14 August 2023.

(11) Regulation (EU) 2018/1042 introduced into Annex I to Regulation (EU) No 965/2012 a point 98(a) which defined

the term ‘psychoactive substances’. Commission Implementing Regulation (EU) 2020/2036 (*), which subsequently
amended Annex I to Regulation (EU) No 965/2012, inadvertently replaced point 98(a) by new text, defining the
term ‘proficient’, and deleted the definition of the term ‘psychoactive substances’. That definition is essential for the
consistent interpretation of the provisions introduced by Regulation (EU) 2018/1042 and in particular to clearly
define which substances are subject to those provisions and which are not. Therefore, in order to safeguard
legitimate expectations of the persons subject to those provisions that definition should be reintroduced in Annex I
to Regulation (EU) No 965/2012 with effect from the date of application of the related changes introduced by
Regulation (EU) 2018/1042, that is from 14 February 2021.

(12) The European Union Aviation Safety Agency has prepared a draft implementing rule and submitted it with Opinion

02/2020 () in accordance with Article 75(2), points (b) and (c), and Article 76(1) of Regulation (EU) 2018/1139.

(13) Regulation (EU) No 965/2012 should therefore be amended and corrected accordingly.

(14) In order to ensure the proper implementation of this Regulation, Member States and affected stakeholders should be

given sufficient time to adapt their procedures to the new requirements established by this Regulation. Therefore, its
application should be deferred.

(15) The measures provided for in this Regulation are in accordance with the opinion of the Committee established in

accordance with Article 127 of Regulation (EU) 2018/1139,

Commission Regulation (EU) 2018/1042 of 23 July 2018 amending Regulation (EU) No 965/2012, as regards technical requirements
and administrative procedures related to introducing support programmes, psychological assessment of flight crew, as well as
systematic and random testing of psychoactive substances to ensure medical fitness of flight and cabin crew members, and as regards
equipping newly manufactured turbine-powered aeroplanes with a maximum certified take-off mass of 5 700 kg or less and approved
to carry six to nine passengers with a terrain awareness warning system (OJ L 188, 25.7.2018, p. 3).

Commission Implementing Regulation (EU) 2020/2036 of 9 December 2020 amending Regulation (EU) No 965/2012 as regards the
requirements for flight crew competence and training methods and postponing dates of application of certain measures in the context
of the COVID-19 pandemic (O] L 416, 11.12.2020, p. 24).

https://www.easa.europa.eu/document-library/opinions
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HAS ADOPTED THIS REGULATION:

Article 1
Amendments to Regulation (EU) No 965/2012

Regulation (EU) No 965/2012 is amended as follows:
(1) in Article 9b, the second paragraph is replaced by the following:

‘The Agency shall conduct a continuous review of the effectiveness of the provisions concerning support programmes,
the psychological assessment of flight crew and the systematic and random testing of psychoactive substances to ensure
the medical fitness of flight crew and cabin crew members set out in Annexes II and IV. No later than 14 August 2023,
the Agency shall produce a first report on the results of this review.

That review shall involve relevant expertise and shall be based on data gathered, with the assistance of Member States
and the Agency, on a long-term basis.;

(2) Annexes I, I, III, IV, V, VI, VIl and VIII are amended in accordance with Annex I to this Regulation.

Article 2
Correction of Regulation (EU) No 965/2012

Annex I to Regulation (EU) No 965/2012 is corrected in accordance with Annex II to this Regulation.

Article 3

Entry into force and application

This Regulation shall enter into force on the twentieth day following that of its publication in the Official Journal of the
European Union.

It shall apply from 30 October 2022.

However, Annex II shall apply from 14 February 2021.

This Regulation shall be binding in its entirety and directly applicable in all Member States.

Done at Brussels, 4 August 2021.

For the Commission
The President
Ursula VON DER LEYEN
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ANNEX I

Annexes [, I, II1, IV, V, VI, VIl and VIII to Regulation (EU) No 965/2012 are amended as follows:
(1) Annex I is amended as follows:
(a) the following point (8c) is inserted:
‘(8¢c) ‘alternate acrodrome’ means an adequate aerodrome to which an aircraft may proceed when it becomes
either impossible or inadvisable to proceed to or land at the aerodrome of intended landing, where the
necessary services and facilities are available, where aircraft performance requirements can be met, and

which is operational at the expected time of use; ‘alternate aerodrome’ includes the following:

(a) ‘take-off alternate aerodrome’: an alternate aerodrome at which an aircraft would be able to land if it
becomes necessary shortly after take-off and it is not possible to use the aerodrome of departure;

(b) ‘en route alternate (ERA) aerodrome’: an alternate aerodrome at which an aircraft would be able to land if
a diversion becomes necessary while en route;

(c) ‘fuelfenergy en route alternate (fuel/energy ERA) acrodrome’ means an ERA aerodrome that is required at
the planning stage for use in the calculation of fuel/energy;

(d) ‘destination alternate aerodrome’: an alternate aerodrome at which an aircraft would be able to land if it
becomes either impossible or inadvisable to land at the aerodrome of intended landing;’;

(b) point (26) is replaced by the following:

‘(26) ‘contingency fuel/energy’ means the fuel/energy required to compensate for unforeseen factors that could
have an influence on the fuel/energy consumption to the destination acrodrome;’;

(c) the following point (31a) is inserted:
‘(31a) ‘current fuel/energy scheme’ means the approved fuel/energy scheme that is currently used by the operator;’;
(d) point (46) is deleted;
(e) the following points (49d) and (49e) are inserted:
‘(49d) flight following’ means the recording in real time of departure and arrival messages by operational
personnel to ensure that a flight is operating and has arrived at the destination aerodrome or an alternate
aerodrome;

(49¢) ‘flight monitoring’ means, in addition to the requirements defined for flight following:

(a) operational monitoring of flights by suitably qualified operational-control personnel from departure
throughout all phases of the flight;

(b) communication of all available and relevant safety information between the operational-control
personnel on the ground and the flight crew; and

(c) critical assistance to the flight crew in the event of an in-flight emergency or security issue, or at the
request of the flight crew;;

(f) the following points (50a) and (50b) are inserted:
‘(50a) ‘flight time’ means:

(a) for aeroplanes, the total time from the moment an aeroplane first moves for the purpose of taking off
until the moment the aeroplane finally comes to rest at the end of the flight;

(b) for helicopters, the total time between the moment a helicopter’s rotor blades start turning for the
purpose of taking off until the moment the helicopter finally comes to rest at the end of the flight, and
the rotor blades are stopped;
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(50b) ‘flight watch’ means, in addition to all elements defined for ‘flight monitoring’, the active tracking of a flight
by suitably qualified operational-control personnel throughout all phases of the flight to ensure that the
flight is following its prescribed route without unplanned deviations, diversions or delays;’;

(@) point (51) is deleted;
(h) point (73) is replaced by the following:

“(73) ‘local helicopter operation (LHO)' means a commercial air transport operation of helicopters with a
maximum certified take-off mass (MCTOM) over 3 175 kg and a maximum operational passenger seating
configuration (MOPSC) of nine or less, by day, over routes navigated by reference to visual landmarks,
conducted within a local and defined geographical area specified in the operations manual;’.

(i) the following point (104a) is inserted:

‘(104a) ‘safe landing’ means, in the context of the fuel/energy policy or fuel/energy schemes, a landing at an
adequate aerodrome or operating site with no less than the final reserve fuel/energy remaining and in
compliance with the applicable operational procedures and aerodrome operating minima’;

(2) Annex II is amended as follows:
(a) point ARO.OPS.225 is replaced by the following:
‘ARO.OPS.225 Approval of fuel/energy schemes

(@) The competent authority shall approve the fuel/energy scheme proposed by a CAT operator if the operator
demonstrates compliance with all applicable requirements laid down in this Regulation related to fuel/energy
for aeroplanes or helicopters involved in CAT.

(b) The competent authority shall assess and oversee the fuel/energy planning and in-flight re-planning, selection
of aerodrome and, in-flight fuel/energy management policies associated with the fuel/energy schemes,
together with the processes supporting the implementation of these fuel/energy schemes.

(c) In addition to points (a) and (b), when approving individual fuel/energy schemes, the competent authority shall:

(1) verify that the operator has demonstrated the baseline safety performance of the current fuel/energy
scheme;

(2) assess the capability of the operator to support the implementation of the proposed individual fuel/energy
scheme; the following elements shall be considered as a minimum:

(i) the operator’s management system,
(ii) the operator’s operational capabilities;

(3) verify that the operator’s safety risk assessment that supports the proposed individual fuel/energy scheme
achieves an equivalent level of safety to that of the current fuel/energy scheme; and

(4) establish an oversight plan to carry out periodic assessments of the approved individual fuel/energy
scheme to verify compliance of the scheme or decide whether the scheme should be amended or revoked.

(d) The approval referred to in point CAT.OP.MPA.182 (d)(2) shall include a list of the isolated aecrodromes that are
specified by the operator for each aircraft type to which the approval applies.

(e) Without prejudice to points ARO.GEN.120 (d) and (e), the competent authority shall notify the Agency of the
start of the evaluation of an alternative means of compliance related to fuel/energy schemes.’;
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(3) in Annex III, Appendix [ is replaced by the following:

‘Appendix I

in accordance with Commission Regulation (EU) No 965/2012 on air operations

DECLARATION

Operator
Name:

Place in which the operator has its principal place of business or, if the operator has no principal place of business, place

in which the operator is established or residing and place from which the operations are directed:

Name and contact details of the accountable manager:

Aircraft operation

Starting date of operation and applicability date of the change:

Information on aircraft, operation, and continuing-airworthiness management organisation®:

Type(s) of aircraft, registration(s) and main base:

Aircraft MSN® Aircraft type

Aircraft
registration®

Main base

Type(s) of
operation

Organisation
responsible for
continuing-
airworthiness
management®

The operator shall obtain a prior approval® or specific approval” for certain operations before conducting such

operations.

Where applicable, details of approvals held (attach list of specific approvals, including specific approvals granted by a

third country, if applicable).

Where applicable, details of specialised-operations authorisation held (attach authorisation(s)).

Where applicable, list of alternative means of compliance (AltMoC) with references to the AMC they replace (attach

AltMoC).

Statements

O  The operator complies, and will continue to comply, with the essential requirements set out in Annex V to
Regulation (EU) 20181139 of the European Parliament and of the Council and with the requirements of

Regulation (EU) No 965/2012.

O  The management system documentation, including the operations manual, complies with the requirements of
Annex IIT (Part-ORO), Annex V (Part-SPA), Annex VI (Part-NCC), or Annex VIII (Part-SPO) to Regulation (EU)
No 965/2012 and all flights will be made in accordance with the provisions of the operations manual as required

by point ORO.GEN.110 (b) of Annex III (Part-ORO).

O  All operated aircraft hold a valid certificate of airworthiness in accordance with Commission Regulation (EU)
No 748/2012 or meet the specific airworthiness requirements applicable to aircraft registered in a third country
and subject to a lease agreement.
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O Al flight crew members hold a licence in accordance with Annex I to Commission Regulation (EU)
No 11782011 as required by point ORO.FC.100 (c) of Annex III to Regulation (EU) No 965/2012, and cabin
crew members, where applicable, are trained in accordance with Subpart CC of Annex III (Part-ORO).

O Ifapplicable, the operator implements and demonstrates conformance to a recognised industry standard.
Reference of the standard:
Certification body:
Date of the last conformity audit:

O  The operator will notify to the competent authority any changes in circumstances affecting its compliance with
the essential requirements set out in Annex V to Regulation (EU) 2018/1139 and with the requirements of
Regulation (EU) No 965/2012 as declared to the competent authority through this declaration, and any changes
to the information on and lists of AltMoC included in and annexed to this declaration as required by point ORO.
GEN.120 (a) of Annex III (Part-ORO).

O  The operator confirms that the information disclosed in this declaration is correct.’

Date, name, and signature of the accountable manager

™ If there is not enough space to list the required information in the declaration, the information shall be listed in a separate annex.
The annex shall be dated and signed.

@ Manufacturer serial number.

® 1f the aircraft is also registered with an air operator certificate (AOC) holder, specify the AOC number of the AOC holder.

@ “Type(s) of operation’ refers to the type of operations conducted with this aircraft, e.g. non-commercial operations or specialised
operations, e.g. aerial photography flights, aerial advertising flights, news media flights, television and movie flights, parachute
operations, skydiving, maintenance check flights.

®  Information about the organisation that is responsible for the continuing-airworthiness management shall include the name of
the organisation, its address, and the approval reference.

© (a) operations with any defective instrument or piece of equipment or item or function, under a minimum equipment list (MEL)

(points ORO.MLR.105 (b), (f), and (j), NCC.IDE.A.105, NCC.IDE.H.105, SPO.IDE.A.105, and SPO.IDE.H.105).
(b) operations requiring prior authorisation or approval, including all of the following:
— for specialised operations, wet lease-in and dry lease-in of aircraft registered in a third country (point ORO.SPO.100 (c));
— high-risk commercial specialised operations (point ORO.SPO.110);
— non-commercial operations with aircraft with an MOPSC of more than 19, which are performed without an operating
cabin crew member (point ORO.CC.100 (d));
— use of IFR operating minima that are lower than those published by the State (points NCC.OP.110 and SPO.OP.110);
— refuelling with engine(s) and/or rotors turning (points NCC.OP.157);
— specialised operations (SPO) without oxygen above 10 000 ft (point SPO.OP.195).

7 operations in accordance with Annex V (Part-SPA) to Regulation (EU) No 965/2012, including Subparts B ‘PERFORMANCE-
BASED NAVIGATION (PBN) OPERATIONS’, C ‘OPERATIONS WITH SPECIFIED MINIMUM NAVIGATION PERFORMANCE
(MNPS), D ‘OPERATIONS IN AIRSPACE WITH REDUCED VERTICAL SEPARATION MINIMA (RVSM), E ‘LOW VISIBILITY
OPERATIONS (LVO), G ‘TRANSPORT OF DANGEROUS GOODS’, K ‘HELICOPTER OFFSHORE OPERATIONS’, and M
‘ELECTRONIC FLIGHT BAGS (EFBs).

(4) Annex IV is amended as follows:

(@) point CAT.OP.MPA.100 (b)(3) is replaced by the following:
‘CAT.OP.MPA.100 Use of air traffic services
‘(3) local helicopter operations (LHOs),’;

(b) point CAT.OP.MPA.106 is deleted;

(c) point CAT.OP.MPA.150 is replaced by the following:
‘CAT.OP.MPA.150
INTENTIONALLY LEFT BLANK’;
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point CAT.OP.MPA.151 is deleted;
point CAT.OP.MPA.175 (b)(7) is replaced by the following:

‘(7) the provisions specified in the operations manual in respect of fuel/energy, oil, oxygen, minimum safe
altitudes, aerodrome operating minima and availability of alternate aerodromes, where required, can be
complied with for the planned flight;’;

the following point CAT.OP.MPA.177 is inserted:
‘CAT.OPMPA.177 Submission of the ATS flight plan

(a) If an air traffic services (ATS) flight plan is not submitted because it is not required by the rules of the air,
adequate information shall be deposited in order to permit alerting services to be activated if required.

(b) When operating from a site where it is impossible to submit an ATS flight plan, the ATS flight plan shall be
transmitted as soon as possible after take-off by the commander or the operator.’;

point CAT.OP.MPA.180 is replaced by the following:

‘CAT.OP.MPA.180 Fuel/energy scheme — aeroplanes

(a) The operator shall establish, implement, and maintain a fuel/energy scheme that:
(1) is appropriate for the type(s) of operation performed;
(2) corresponds to the capability of the operator to support its implementation; and
(3) is either:

(i) a basic fuel/energy scheme, which shall form the basis for a basic fuel/energy scheme with variations
and an individual fuel/energy scheme; the basic fuel/energy scheme derives from a large-scale analysis
of safety and operational data from previous performance and experience of the industry, applying
scientific principles; the basic fuel/energy scheme shall ensure, in this order, a safe, effective, and
efficient operation of the aircraft; or

(ii) a basic fuel/energy scheme with variations, which is a basic fuel/energy scheme where the analysis
referred to in point (i) is used to establish a variation to the basic fuel/energy scheme that ensures, in
this order, a safe, effective, and efficient operation of the aircraft; or

(i) an individual fuel/energy scheme, which derives from a comparative analysis of the operator’s safety
and operational data, applying scientific principles; the analysis is used to establish a fuel/energy
scheme with a higher or equivalent level of safety to that of the basic fuel/energy scheme that
ensures, in this order, a safe, effective, and efficient operation of the aircraft.

(b) All fuel/energy schemes shall comprise:

(1) a fuel/energy planning and in-flight re-planning policy;

(2) an aerodrome selection policy; and

(3) an in-flight fuel/energy management policy.
(c) The fuel/energy scheme and any change to it shall require prior approval by the competent authority.
(d) When the operator intends to apply for an individual fuel/energy scheme, it shall:

(1) establish a baseline safety performance of its current fuel/energy scheme;

(2) demonstrate its capability to support the implementation of the proposed individual fuel/energy scheme,
including the capability to exercise adequate operational control and to ensure exchange of the relevant
safety information between the operational control personnel and the flight crew; and

(3) make a safety risk assessment that demonstrates how an equivalent level of safety to that of the current
fuel/energy scheme is achieved.’;
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(h) point CAT.OP.MPA.181 is replaced by the following:

‘CAT.OP.MPA.181 Fuel/energy scheme — fuel/energy planning and in-flight re-planning policy — aeroplanes
(a) The operator shall:
(1) establish a fuel/energy planning and in-flight re-planning policy as part of the fuel/energy scheme;

(2) ensure that the aeroplane carries a sufficient amount of usable fuel/energy to safely complete the planned

flight and to allow for deviations from the planned operation;

(3) develop procedures for the fuel/energy planning and in-flight re-planning policy that shall be contained in

the operations manual.

(4) ensure that the fuel/energy planning of the flight is based on:

(i) current aircraft-specific data derived from a fuel/energy consumption monitoring system or, if not

available;

(ii) data provided by the aeroplane manufacturer.

(b) The operator shall ensure that the planning of flights includes the operating conditions under which the flight

is to be conducted; the operating conditions shall include at least:

1) aircraft fuel/energy consumption data;

) anticipated masses;

) anticipated meteorological conditions;

) the effects of deferred maintenance items and/or of configuration deviations;
) the expected departure and arrival routing and runways; and

6) anticipated delays.

(c) The operator shall ensure that the pre-flight calculation of the usable fuel/energy that is required for a flight

includes:

(1) taxi fuel/energy that shall not be less than the amount expected to be used prior to take-off;

(2) trip fuel/energy that shall be the amount of fuel/energy that is required to enable the aeroplane to fly from

take-off, or from the point of in-flight re-planning, to landing at the destination acrodrome;

(3) contingency fuel/energy that shall be the amount of fuel/energy required to compensate for unforeseen

factors;

(4) destination alternate fuel/energy:

(i) when a flight is operated with at least one destination alternate aerodrome, it shall be the amount of
fuel/energy required to fly from the destination aerodrome to the destination alternate aerodrome; or

(i) when a flight is operated with no destination alternate aerodrome, it shall be the amount of
fuel/energy required to hold at the destination aerodrome, while enabling the aeroplane to perform a
safe landing, and to allow for deviations from the planned operation; as a minimum, this amount shall
be 15-minute fuel/energy at holding speed at 1 500 ft (450 m) above the acrodrome elevation in
standard conditions, calculated according to the estimated aeroplane mass on arrival at the

destination aerodrome;

(5) final reserve fuel/energy that shall be the amount of fuel/energy that is calculated at holding speed at
1500 ft (450 m) above the aerodrome elevation in standard conditions according to the aeroplane
estimated mass on arrival at the destination alternate aerodrome, or destination aerodrome when no

destination alternate aerodrome is required, and shall not be less than:
(i) for aeroplanes with reciprocating engines, the fuel/energy to fly for 45 minutes; or

(ii) for turbine-engined aeroplanes, the fuel/energy to fly for 30 minutes;
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(6) additional fuel/energy, if required by the type of operation; it shall be the amount of fuel/energy to enable
the aeroplane to land at a fuel/energy en route alternate aerodrome (fuel/energy ERA aerodrome critical
scenario) in the event of an aircraft failure that significantly increases the fuel/energy consumption at the
most critical point along the route; this additional fuel/energy is required only if the minimum amount of
fuel/energy that is calculated according to points (c)(2) to (c)(5) is not sufficient for such an event;

(7) extra fuel/energy to take into account anticipated delays or specific operational constraints; and
(8) discretionary fuel/energy, if required by the commander.

(d) The operator shall ensure that in-flight re-planning procedures for calculating the usable fuel/energy that is
required when a flight proceeds along a route or to a destination acrodrome other than the ones originally

)

planned include points (c)(2) to (c)(7).;
point CAT.OP.MPA.182 is replaced by the following:
‘CAT.OP.MPA.182 Fuel/energy scheme — aerodrome selection policy — aeroplanes

(a) At the planning stage, the operator shall ensure that once the flight has commenced, there is reasonable
certainty that an aerodrome where a safe landing can be made will be available at the estimated time of use of
that aerodrome.

(b) At the planning stage, to allow for a safe landing in case of an abnormal or emergency situation after take-off,
the operator shall select and specify in the operational flight plan a take-off alternate acrodrome if either:

(1) the meteorological conditions at the aerodrome of departure are below the operator’s established
aerodrome landing minima for that operation; or

(2) it would be impossible to return to the aecrodrome of departure for other reasons.

(c) The take-off alternate acrodrome shall be located within a distance from the departure aerodrome that
minimises the risk of exposure to potential abnormal or emergency situations. In selecting the take-off
alternate aerodrome, the operator shall consider at least the following:

(1) actual and forecast meteorological conditions;
(2) availability and quality of the aerodrome infrastructure;

(3) navigation and landing capabilities of the aircraft in abnormal or emergency conditions, taking into
account the redundancy of critical systems; and

(4) approvals held (e.g. extended range operations with two-engined aeroplanes (ETOPS), low visibility
operation (LVO), etc.).

(d) At the planning stage, for each instrument flight rules (IFR) flight, the operator shall select and specify in the
operational and air traffic services (ATS) flight plans one or more aerodromes so that two safe-landing
options are available during normal operation when:

(1) reaching the destination aerodrome; or

(2) reaching the point of no return, to any available fuel/energy ERA aerodrome during isolated aerodrome
operations; a flight to an isolated acrodrome shall not be continued past the point of no return unless a
current assessment of meteorological conditions, traffic, and other operational conditions indicates that a
safe landing can be made at the destination aerodrome at the estimated time of use.

The operator shall obtain prior approval from the competent authority for the use of an isolated
aerodrome as destination aerodrome.

(¢) The operator shall provide appropriate safety margins to flight planning to take into account a possible
deterioration of the available forecast meteorological conditions at the estimated time of landing.

(f) For each IFR flight, the operator shall ensure that sufficient means are available to navigate to and land at the
destination aerodrome or at any destination alternate aerodrome in the event of loss of capability for the
intended approach and landing operation.”.
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)

point CAT.OP.MPA.185 is replaced by the following:
‘CAT.OP.MPA.185 Fuel/energy scheme — in-flight fuel/energy management policy — aeroplanes
(a) The operator shall establish procedures for in-flight fuel/energy management that ensure:

(1) continual validation of the assumptions made during the planning stage (pre-flight or in-flight
re-planning, or both);

(2) re-analysis and adjustment, if necessary;

(3) that the amount of usable fuel/energy remaining on board is protected and not less than the fuel/energy
that is required to proceed to an aerodrome where a safe landing can be made; and

(4) relevant fuellenergy data for the purpose of points (1), (2), and (3) shall be recorded.

(b) The operator shall have procedures in place to require the commander to obtain delay information from a
reliable source when unforeseen circumstances may result in landing at the destination aerodrome with less
than the final reserve fuel/energy plus any:

(1) fuellenergy to proceed to an alternate aerodrome, if required; or
(2) fuellenergy required to proceed to an isolated aerodrome.

(c) The commander shall advise air traffic control (ATC) of a ‘minimum fuel/energy’ state by declaring ‘MINIMUM
FUEL when the commander has:

(1) committed to land at a specific aerodrome; and

(2) calculated that any change to the existing clearance to that aecrodrome may result in landing with less than
the planned final reserve fuel/energy.

(d) The commander shall declare a situation of ‘fuel/energy emergency’ by broadcasting MAYDAY MAYDAY
MAYDAY FUEL when the usable fuel/energy that is calculated to be available upon landing at the nearest
aerodrome where a safe landing can be made is less than the planned final reserve fuel/energy.’;

(k) point CAT.OP.MPA.186 is deleted;

M

point CAT.OP.MPA.190 is replaced by the following:
‘CAT.OP.MPA.190 Fuel/energy scheme — helicopters
(@) The operator shall establish, implement, and maintain a fuel/energy scheme that comprises:
(1) afuellenergy planning and in-flight re-planning policy; and
(2) an in-flight fuel/energy management policy.
(b) The fuel/energy scheme shall:
(1) be appropriate for the type(s) of operation performed; and
(2) correspond to the capability of the operator to support its implementation.

(c) The fuel/energy scheme and any change to it shall require prior approval by the competent authority.’;

(m) the following points CAT.OP.MPA.191 and CAT.OP.MPA.192 are inserted:

‘CAT.OP.MPA.191 Fuel/energy scheme — Fuel/energy planning and in-flight re-planning policy — helicopters

(a) As part of the fuel/energy scheme, the operator shall establish a fuel/energy planning and in-flight re-planning
policy to ensure that the aircraft carries a sufficient amount of usable fuel/energy to safely complete the
planned flight and to allow for deviations from the planned operation.

(b) The operator shall ensure that the fuel/energy planning of flights is based upon at least the following elements:
(1) procedures contained in the operations manual as well as:

(i) current aircraft-specific data derived from a fuel/energy consumption monitoring system; or
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(i) data provided by the aircraft manufacturer; and
(2) the operating conditions under which the flight is to be conducted including:
(i) aircraft fuel/energy consumption data;
(ii) anticipated masses;
(iii) anticipated meteorological conditions;
(iv) the effects of deferred maintenance items or of configuration deviations, or both; and
(v) procedures and restrictions introduced by air navigation service providers.

(c) The operator shall ensure that the pre-flight calculation of the usable fuel/energy that is required for a flight
includes:

1) taxi fuel/energy, which shall not be less than the amount expected to be used prior to take-off;
) trip fuel/energy;

) contingency fuel/energy;

) destination alternate fuel/energy if a destination alternate acrodrome is required;

) final reserve fuel/energy, which shall not be less than:

(i) if flying under visual flight rules (VFR) and navigating by day with reference to visual landmarks,
20-minute fuel/energy at best-range speed; or

(ii) if flying under VFR and navigating by means other than by reference to visual landmarks or at night,
30-minute fuel/energy at best-range speed; or

(iti) if flying under instrument flight rules (IFR), 30-minute fuel/energy at holding speed at 1 500 ft (450
m) above the aerodrome elevation in standard conditions, calculated according to the helicopter
estimated mass on arrival at the destination alternate aerodrome or at the destination aerodrome
when no destination alternate aerodrome is required;

(6) extra fuel/energy, to take into account anticipated delays or specific operational constraints; and
(7) discretionary fuel/energy, if required by the commander.

(d) The operator shall ensure that if a flight has to proceed along a route or to a destination aerodrome other than
the ones originally planned, in-flight re-planning procedures for calculating the required usable fuel/energy
include:

(1) trip fuel/energy for the remainder of the flight;
(2) reserve fuel/energy consisting of:
(i) contingency fuel/energy;
(ii) alternate fuel/energy if a destination alternate aerodrome is required;
(ili) final reserve fuel/energy; and
(iv) additional fuel/energy, if required by the type of operation;
(3) extra fuel/energy, to take into account anticipated delays or specific operational constraints; and
(4) discretionary fuel/energy, if required by the commander.

(e) As an alternative to points (b) to (d), for helicopters with a maximum certified take-off mass (MCTOM) of
3175 kg or less, flying by day and over routes navigated by reference to visual landmarks, or for local
helicopter operations (LHO), the fuel/energy policy shall ensure that on completion of the flight, or series of
flights, the final reserve fuel/energy is sufficient for:

(1) 30-minute flying time at best-range speed; or

(2) 20-minute flying time at best-range speed, if operating within an area providing continuous and suitable
operating sites’.



5.8.2021

Official Journal of the European Union L 282/17

CAT.OP.MPA.192 Selection of aerodromes and operating sites — helicopters

(a) For flights under instrument meteorological conditions (IMC), the operator shall select a take-off alternate
aerodrome within one-hour flying time at normal cruising speed if it is not possible to return to the site of
departure for meteorological reasons.

(b) At the planning stage, for each instrument flight rules (IFR) flight, the operator shall select and specify in the
operational and air traffic services (ATS) flight plans one or more aerodromes or operating sites so that two
safe-landing options are available during normal operation, except as provided for under point SPA.
HOFO.120 (b).

(c) The operator shall apply appropriate safety margins to flight planning to take into account a possible
deterioration of the available forecast meteorological conditions at the estimated time of landing.

(d) For each IFR flight, the operator shall ensure that sufficient means are available to navigate to and land at the
destination aerodrome or at any destination alternate acrodrome in the event of loss of capability for the
intended approach and landing operation.’;

(n) point CAT.OP.MPA.195 is replaced by the following:
‘CAT.OP.MPA.195 Fuel/energy scheme — in-flight fuel/energy management policy — helicopters

(@) The operator shall establish procedures to ensure that in-flight fuel/energy checks and fuel/energy
management are performed.

(b) The commander shall monitor the amount of usable fuel/energy remaining on board to ensure that it is
protected and not less than the fuel/energy that is required to proceed to an aerodrome or operating site
where a safe landing can be made.

(c) The commander shall advise air traffic control (ATC) of a ‘minimum fuel/energy’ state by declaring ‘MINIMUM
FUEL when the commander has:

(1) committed to land at an aerodrome or operating site; and

(2) calculated that any change to the existing clearance to that aerodrome or operating site, or other air traffic
delays, may result in landing with less than the planned final reserve fuel/energy.

(d) The commander shall declare a situation of ‘fuel/energy emergency’ by broadcasting MAYDAY MAYDAY
MAYDAY FUEL when the usable fuel/energy estimated to be available upon landing at the nearest acrodrome
or operating site where a safe landing can be made is less than the planned final reserve fuel/energy.;

(o) the following point CAT.OP.MPA.200 is replaced:
‘CAT.OP.MPA.200 Special refuelling or defuelling of the aircraft
(a) Special refuelling or defuelling shall only be conducted if the operator:
(1) has performed a risk assessment;
(2) has developed procedures; and
(3) has established a training programme for its personnel involved in such operations.
(b) Special refuelling or defuelling applies to:
(1) refuelling with an engine running or rotors turning;
(2) refuelling/defuelling with passengers embarking, on board, or disembarking; and
(3) refuelling/defuelling with wide-cut fuel.

(c) For acroplanes, any special refuelling or defuelling procedures and any change to them shall require prior
approval by the competent authority.

(d) For helicopters, refuelling procedures with rotors turning and any change to them shall require prior approval
by the competent authority.;
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(p) point CAT.OP.MPA.245 (a)(1) is replaced by the following:

‘(1) commence the flight; or’;
(@) point CAT.OP.MPA.246 (a) is replaced by the following:

‘() the decision point when using the reduced contingency fuel/energy procedure; or’;
(r) point CAT.OP.MPA.260 is replaced by the following:

‘CAT.OP.MPA.260 Fuel/energy and oil supply

The commander shall only commence a flight or continue in the event of in-flight re-planning, when satisfied that
the aircraft carries at least the planned amount of usable fuel/energy and oil to safely completethe flight, taking
into account the expected operating conditions.’;

(s) point CAT.OP.MPA.280 ‘In-flight fuel management — aeroplanes’ is replaced by the following:
‘CAT.OP.MPA.280
[INTENTIONALLY LEFT BLANK].;

(t) point CAT.OP.MPA.281 is deleted;

(u) point CAT.POL.A.220 (f) is replaced by the following:

‘(f) The expected mass of the aeroplane at the point where the two engines are assumed to fail shall not be less
than that which would include sufficient fuel/energy to proceed to an aerodrome where the landing is
assumed to be made, and to arrive there at an altitude of at least 1 500 ft (450 m) directly over the landing
area, and thereafter, to fly for 15 minutes at cruising power or thrust, as appropriate.’;

(v) point CAT.POL.A.420 (d) is replaced by the following::

‘(d) The expected mass of the aeroplane at the point where the two engines are assumed to fail shall not be less
than that which would include sufficient fuel/energy to proceed to an aerodrome where the landing is
assumed to be made, and to arrive there at an altitude of at least 1 500 ft (450 m) directly over the landing
area, and thereafter, to fly for 15 minutes at cruising power or thrust, as appropriate.’;

(w) point CAT.IDE.A.195 (e) is replaced by the following:

‘(e) The requirements applicable to the start and stop logic of the data link recorder are the same as the
requirements applicable to the start and stop logic of the cockpit voice recorder (CVR) that are contained in
point CAT.IDE.A.185.;

(5) Annex V is amended as follows:
(a) point SPA.HEMS.150 is replaced by the following:
‘SPA.HEMS.150 Fuel/energy supply — alleviation

As an alternative to points CAT.OPMPA.191 (b), (c), and (d), when the helicopter emergency medical services
(HEMS) mission is conducted under visual flight rules (VFR) within a local and defined geographical area, the
fuel/energy policy shall ensure that on completion of the mission, the final reserve fuel/energy is sufficient for:

(a) 30-minute flying time at best-range speed; or

(b) 20-minute flying time at best-range speed by day, when operating within an area providing continuous and
suitable operating sites.’;

(b) point SPA.HEMS.155 is replaced by the following:
‘SPA.HEMS.155 Refuelling with passengers on board

A refuelling procedure with either rotors stopped or rotors turning shall be provided in accordance with point
CAT.OP.MPA.200 ‘Special refuelling or defuelling of the aircraft.’;

(c) point SPA.HOFO.120 (a) is replaced by the following:

‘() Onshore destination alternate aerodrome. By way of derogation from points CAT.OP.MPA.192, NCC.OP.152, and
SPO.OP.151, the pilot-in-command/commander does not need to specify a destination alternate aerodrome
in the operational flight plan when conducting flights from an offshore location to a land acrodrome if either:

(1) the destination aerodrome is defined as a coastal aerodrome, or
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(2) the following criteria are met:
(i) the destination aerodrome has a published instrument approach;
(ii) the flight time is less than 3 hours; and

(iii) the published weather forecast valid from 1 hour prior and 1 hour subsequent to the expected
landing time specifies that:

(A) the cloud base is at least 700 feet above the minima associated with the instrument approach, or
1 000 feet above the destination aerodrome, whichever is higher; and

(B) visibility is at least 2 500 meters.’;
(d) point SPA.SET-IMC.110 (l) is replaced by the following:
p P y g

‘() an emergency engine power control device that permits continuing operation of the engine at a sufficient
power range to safely complete the flight in the event of any reasonably probable failure of the fuel/energy
control unit.’

(6) Annex VI is amended as follows:
(a) point NCC.OP.105 is replaced by the following:
‘NCC.OP.105 Specification of isolated aerodromes — aeroplanes

For the selection of alternate aerodromes and the fuel/energy planning and in-flight re-planning policy, the
operator shall not consider an aerodrome as an isolated aerodrome unless the flying time to the nearest weather-
permissible destination alternate aerodrome is more than:

(a) for acroplanes with reciprocating engines, 60 minutes; or
(b) for turbine-engined aeroplanes, 90 minutes.’;
(b) points NCC.OP.130 and NCC.OP.131 are replaced by the following:

‘NCC.OP.130 Fuel/energy scheme — aeroplanes and helicopters

(a) The operator shall establish, implement, and maintain a fuel/energy scheme that comprises:
(1) afuellenergy planning and in-flight re-planning policy; and
(2) an in-flight fuel/energy management policy.

(b) The fuel/energy scheme shall:
(1) be appropriate for the type(s) of operation performed; and
(2) correspond to the capability of the operator to support its implementation.

NCC.OP.131 Fuelfenergy scheme — fuelfenergy planning and in-flight re-planning policy — aeroplanes and
helicopters

(@) As part of the fuel/energy scheme, the operator shall establish a fuel/energy planning and in-flight re-planning
policy to ensure that the aircraft carries a sufficient amount of usable fuel/energy to safely complete the
planned flight and to allow for deviations from the planned operation.

(b) The operator shall ensure that the fuel/energy planning of flights is based upon at least the following elements:
(1) procedures contained in the operations manual as well as:

(i) current aircraft-specific data derived from a fuel/energy consumption monitoring system, or, if not
available;

(i) data provided by the aircraft manufacturer; and

(2) the operating conditions under which the flight is to be conducted including:
(i) aircraft fuel/energy consumption data;
(i) anticipated masses;

(ili) anticipated meteorological conditions;
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(iv) the effects of deferred maintenance items or configuration deviations, or both; and
(v) anticipated delays.

(c) For aeroplanes, the operator shall ensure that the pre-flight calculation of the usable fuel/energy that is required
for a flight includes:

(1) taxi fuel/energy that shall not be less than the amount expected to be used prior to take-off;

(2) trip fuel/energy that shall be the amount of fuel/energy that is required to enable the aeroplane to fly from
take-off, or from the point of in-flight re-planning, to landing at the destination aerodrome;

(3) contingency fuel/energy that shall be the amount of fuel/energy required to compensate for unforeseen
factors;

(4) destination alternate fuel/energy:

(i) when a flight is operated with at least one destination alternate aerodrome, it shall be the amount of
fuel/energy required to fly from the destination aerodrome to the destination alternate aerodrome; or

(i) when a flight is operated with no destination alternate aerodrome, it shall be the amount of
fuel/energy required to hold at the destination aerodrome to compensate for the lack of a destination
alternate aerodrome;

(5) final reserve fuel/energy that shall be the amount of fuel/energy that is calculated at holding speed at 1 500
ft (450 m) above the aerodrome elevation in standard conditions according to the aircraft estimated mass
on arrival at the destination alternate aerodrome, or destination aerodrome when no destination alternate
aerodrome is required, and shall not be less than:

(i) for aeroplanes with reciprocating engines on visual flight rules (VFR) flights by night and instrument
flight rules (IFR) flights, the fuel/energy to fly for 45 minutes; or

(ii) for aeroplanes with reciprocating engines on VER flights by day, the fuel/energy to fly for 30 minutes;
(iti) for turbine-engined acroplanes, the fuel/energy to fly for 30 minutes;

(6) additional fuel/energy, if required by the type of operation; it shall be the amount of fuel/energy to enable
the aeroplane to perform a safe landing at a fuel/energy en route alternate acrodrome (fuel/energy ERA
aerodrome critical scenario) in the event of an engine failure or loss of pressurisation, whichever requires
the greater amount of fuel/energy, based on the assumption that such a failure occurs at the most critical
point along the route; this additional fuel/energy is required only if the minimum amount of fuel/energy
that is calculated according to points (c)(2) to (c)(5) is not sufficient for such an event;

(7) extra fuel/energy to take into account anticipated delays or specific operational constraints; and
(8) discretionary fuel/energy, if required by the commander.

(d) For helicopters, the operator shall ensure that the pre-flight calculation of the usable fuel/energy that is
required for a flight includes all of the following:

(1) fuelfenergy to fly to the aerodrome or operating site of intended landing;

(2) if a destination alternate is required, destination alternate fuellenergy, which shall be the amount of
fuel/energy that is required to execute a missed approach at the aerodrome or operating site of intended
landing, and thereafter, to fly to the specified destination alternate, approach and land; and

(3) final reserve fuel/energy, which shall not be less than:
(i) for flights under VFR, fuel/energy to fly for at least 20 minutes at best-range speed; or

(ii) for IFR flights, fuel/energy to fly for at least 30 minutes at holding speed at 450 m (1 500 ft) above the
aerodrome or operating site of intended landing or destination alternate in standard temperature
conditions.
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(e) The operator shall ensure that if a flight has to proceed to a destination aerodrome other than the one
originally planned, in-flight re-planning procedures for calculating the required usable fuel/energy are
available and comply with points (c)(2) to (c)(7) for aeroplanes, and point (d) for helicopters.

(f) The pilot in command shall only commence a flight or continue in the event of in-flight re-planning, when
satisfied that the aircraft carries at least the planned amount of usable fuel/energy and oil to safely complete
the flight.’;

(c) point NCC.OP.151 (b) is replaced by the following:
‘(b) the place of intended landing is designated as an isolated aerodrome and:
(1) an instrument approach procedure is prescribed for the acrodrome of intended landing; and

(2) available current meteorological information indicates that the following meteorological conditions will
exist from 2 hours before to 2 hours after the estimated time of arrival:

(i) acloud base of at least 300 m (1 000 ft) above the minimum associated with the instrument approach
procedure; and

(ii) visibility of at least 5,5 km or of 4 km more than the minimum associated with the procedure.’;
(d) point NCC.OP.155 (b) is replaced by the following:

‘(b) For all other types of fuel/energy, necessary precautions shall be taken and the aircraft shall be properly
manned by qualified personnel ready to initiate and direct an evacuation of the aircraft by the most practical
and expeditious means available.;

(e) the following point NCC.OP.157 is inserted:

‘NCC.OP.157 Refuelling with engine(s)and/or rotors turning — helicopters

(a) Refuelling with engine(s) and/or rotors turning shall only be conducted:
(1) with no passengers embarking or disembarking;
(2) if the operator of the aerodrome/operating site allows such operations;
(3) in accordance with any specific procedures and limitations in the aircraft flight manual (AFM);
(4) with JET A or JET A-1 fuel types; and
(5) in the presence of the appropriate rescue and firefighting (RFF) facilities or equipment.

(b) The operator shall assess the risks associated with refuelling with engine(s) and/or rotors turning.

(c) The operator shall establish appropriate procedures to be followed by all involved personnel, such as crew
members and ground operations personnel.

(d) The operator shall train its crew members and ensure that the involved ground operations personnel is trained
appropriately.

(e) The operator shall ensure that the helicopter refuelling procedure with engine(s) and/or rotors turning are
specified in the operations manual. This procedure and any change thereto shall require prior approval by the
competent authority.’;

(f) point NCC.OP.205 is replaced by the following:
‘NCC.OP.205 Fuel/energy scheme — in-flight fuel/energy management policy

(a) The operator shall establish procedures to ensure that in-flight fuel/energy checks and fuel/energy management
are performed.

(b) The pilot-in-command shall monitor the amount of usable fuel/energy remaining on board to ensure that it is
protected and not less than the fuel/energy that is required to proceed to an aerodrome or operating site where
a safe landing can be made.

(c) The pilot-in-command shall advise air traffic control (ATC) of a ‘minimum fuel/energy’ state by declaring
‘MINIMUM FUEL’ when the pilot-in-command has:

(1) committed to land at a specific acrodrome or operating site; and
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(2) calculated that any change to the existing clearance to that aerodrome or operating site, or other air traffic
delays, may result in landing with less than the planned final reserve fuel/energy.

(d) The pilot-in-command shall declare a situation of ‘fuel/energy emergency’ by broadcasting ‘MAYDAY MAYDAY
MAYDAY FUEL when the usable fuel/energy estimated to be available upon landing at the nearest aerodrome
or operating site where a safe landing can be made is less than the planned final reserve fuel/energy.;

in point NCC.POL.110 (a), points (6), (7), (8) and (9) are replaced by the following:
‘(6) mass of the fuel/energy at take-off and mass of trip fuel/energy;
(7) mass of consumables other than fuel/energy, if applicable;

(

8) load components including passengers, baggage, freight, and ballast;
(9) take-off mass, landing mass, and zero fuel/energy mass;’;

(7) Annex VII is amended as follows:

(@)

(©)
(d)

C)

point NCO.OP.105 is replaced by the following:
‘NCO.OP.105 Specification of isolated aerodromes — aeroplanes

‘For the selection of alternate aerodromes and the fuel/energy supply, the pilot-in-command shall not consider an
aerodrome as an isolated aerodrome unless the flying time to the nearest weather-permissible destination alternate
aerodrome is more than:

(a) for acroplanes with reciprocating engines, 60 minutes; or

(b) for turbine-engined aeroplanes, 90 minutes.’;

point NCO.OP.125 is replaced by the following:

‘NCO.OP.125 Fuel/energy and oil supply — aeroplanes and helicopters

(@) The pilot-in-command shall ensure that the quantity of fuel/energy and oil that is carried on board is sufficient,
taking into account the meteorological conditions, any element affecting the performance of the aircraft, any
delays that are expected in flight, and any contingencies that may reasonably be expected to affect the flight.

(b) The pilot-in-command shall plan a quantity of fuel/energy to be protected as final reserve fuel/energy to ensure
p p q y gy p gy
a safe landing. The pilot-in-command shall take into account all of the following, and in the following order of
priority, to determine the quantity of the final reserve fuel/energy:

(1) the severity of the hazard to persons or property that may result from an emergency landing after
fuel/energy starvation; and

(2) the likelihood of unexpected circumstances that the final reserve fuel/energy may no longer be protected.
(c) The pilot-in-command shall commence a flight only if the aircraft carries sufficient fuel/energy and oil:

(1) when no destination alternate is required, to fly to the aerodrome or operating site of intended landing,
plus the final reserve fuel/energy; or

(2) when a destination alternate is required, to fly to the aerodrome or operating site of intended landing, and
thereafter, to an alternate aerodrome, plus the final reserve fuel/energy.;

point NCO.OP.126 ‘is deleted;
point NCO.OP.145 (b) is replaced by the following:

‘(b) For all other types of fuel/energy, the aircraft shall not be refuelled when passengers are embarking, on board
or disembarking, unless it is attended by the pilot-in-command or other qualified personnel ready to initiate
and direct an evacuation of the aircraft by the most practical and expeditious means available.’;

the following point NCO.OP.147 is inserted:
‘NCO.OP.147 Refuelling with engine(s)and/or rotors turning — helicopters
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@)

Refuelling with engine(s) and/or rotors turning shall only be conducted if all those conditions are met
simultaneously:

(a) if it is not practical to shut down or restart the engine;
(b) in accordance with any specific procedures and limitations in the aircraft flight manual (AFM);
) with JET A or JET A-1 fuel types;

[

(
(d) with no passengers or task specialists on board, embarking or disembarking;
(e) if the operator of the acrodrome or operating site allows such operations;
(f) in the presence of the appropriate rescue and firefighting (RFF) facilities or equipment; and
(g) in accordance with a checklist that shall contain:
(1) normal and contingency procedures;
(2) the required equipment;
(3) any limitations; and
(4) responsibilities and duties of the pilot-in-command and, if applicable, crew members and task specialists.’;
point NCO.OP.185 is replaced by the following:
‘NCO.OP.185 In-flight fuel/energy management

(a) The pilot-in-command shall monitor the amount of usable fuel/energy remaining on board to ensure that it is
protected and not less than the fuel/energy that is required to proceed to an aerodrome or operating site where
a safe landing can be made.

(b) The pilot-in-command of a controlled flight shall advise air traffic control (ATC) of a ‘minimum fuel/energy’
state by declaring ‘MINIMUM FUEL when the pilot-in-command has:

(1) committed to land at a specific acrodrome or operating site; and

(2) calculated that any change to the existing clearance to that acrodrome or operating site, or other air traftic
delays, may result in landing with less than the planned final reserve fuel/energy.

(c) The pilot-in-command of a controlled flight shall declare a situation of ‘fuel/energy emergency’ by broadcasting
‘MAYDAY MAYDAY MAYDAY FUEL when the usable fuel/energy estimated to be available upon landing at the
nearest aecrodrome or operating site where a safe landing can be made is less than the planned final reserve
fuel/energy.;

points NCO.SPEC.135 and NCO.SPEC.140 are deleted;

(8) Annex VIII is amended as follows:

(@)

point SPO.OP.105 is replaced by the following:
‘SPO.OP.105 Specification of isolated aecrodromes — aeroplanes

For the selection of alternate aerodromes and the fuelfenergy planning and in-flight re-planning policy, the
operator shall not consider an aerodrome as an isolated acrodrome unless the flying time to the nearest weather-
permissible destination alternate aerodrome is more than:

(a) for aeroplanes with reciprocating engines, 60 minutes; or

(b) for turbine-engined aeroplanes, 90 minutes.’;

points SPO.OP.130 and SPO.OP.131 are replaced by the following:

‘SPO.OP.130 Fuel/energy scheme — aeroplanes and helicopters

(@) The operator shall establish, implement, and maintain a fuel/energy scheme that comprises:
(1) a fuel/energy planning and in-flight re-planning policy; and
(2) an in-flight fuel/energy management policy.
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(b) The fuel/energy scheme shall:
(1) be appropriate for the type(s) of operation performed; and
(2) correspond to the capability of the operator to support its implementation.

SPO.OP.131 Fuel/energy scheme — fuelfenergy planning and in-flight re-planning policy — aeroplanes and
helicopters

(a) As part of the fuel/energy scheme, the operator shall establish a fuel/energy planning and in-flight re-plannin
p gy p gy p g g p g
policy to ensure that the aircraft carries a sufficient amount of usable fuel/energy to safely complete the
planned flight and to allow for deviations from the planned operation.

(b) The operator shall ensure that the fuel/energy planning of flights is based upon at least the following elements:
(1) procedures contained in the operations manual as well as:

(i) current aircraft-specific data derived from a fuel/energy consumption monitoring system or, if not
available;

(ii) data provided by the aircraft manufacturer; and
(2) the operating conditions under which the flight is to be conducted including:
i) aircraft fuel/energy consumption data;

i) anticipated masses;

=
=

anticipated meteorological conditions;

iv) the effects of deferred maintenance items and|/or configuration deviations; and

(
(
(iii
(
(

v) anticipated delays.

(c) For aeroplanes, the operator shall ensure that the pre-flight calculation of the usable fuelfenergy that is
required for a flight includes:

(1) taxi fuel/energy that shall not be less than the amount expected to be used prior to take-off;

(2) trip fuel/energy that shall be the amount of fuel/energy that is required to enable the aeroplane to fly from
take-off, or from the point of in-flight re-planning, to landing at the destination aerodrome;

(3) contingency fuel/energy that shall be the amount of fuel/energy required to compensate for unforeseen
factors;

(4) destination alternate fuel/energy

(i) when a flight is operated with at least one destination alternate aerodrome, it shall be the amount of
fuel/energy required to fly from the destination aerodrome to the destination alternate aerodrome; or

(i) when a flight is operated with no destination alternate aerodrome, it shall be the amount of
fuel/energy required to hold at the destination aerodrome to compensate for the lack of a destination
alternate aerodrome;

(5) final reserve fuellenergy that shall be protected to ensure a safe landing; the operator shall take into
account all of the following, and in the following order of priority, to determine the quantity of the final
reserve fuel/energy:

(i) the severity of the hazard to persons or property that may result from an emergency landing after
fuel/energy starvation;

(ii) the likelihood of unexpected circumstances that the final reserve fuel/energy may no longer be
protected;

(6) additional fuel/energy, if required by the type of operation; it shall be the amount of fuel/energy to enable
the aeroplane to perform a safe landing at a fuel/energy en route alternate aerodrome (fuel/energy ERA
aerodrome critical scenario) in the event of an engine failure or loss of pressurisation, whichever requires
the greater amount of fuel/energy, based on the assumption that such a failure occurs at the most critical
point along the route; this additional fuel/energy is required only if the minimum amount of fuel/energy
that is calculated according to points (c)(2) to (c)(5) is not sufficient for such an event;
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(7) extra fuel/energy to take into account anticipated delays or specific operational constraints; and
(8) discretionary fuel/energy, if required by the pilot-in-command.

(d) For helicopters, the operator shall ensure that the pre-flight calculation of the usable fuellenergy that is
required for a flight includes all of the following:

(1) fuelfenergy to fly to the aerodrome or operating site of intended landing;

(2) if a destination alternate is required, destination alternate fuel/energy, which shall be the amount of
fuel/energy that is required to execute a missed approach at the aerodrome or operating site of intended
landing, and thereafter, to fly to the specified destination alternate, approach and land; and

(3) final reserve fuel/energy, which shall be protected to ensure a safe landing; the operator shall take into
account all of the following, and in the following order of priority, to determine the quantity of the final
reserve fuel/energy:

(i) the severity of the hazard to persons or property that may result from an emergency landing after
fuel/energy starvation; and

(i) the likelihood of such unexpected circumstances that the final reserve fuel/energy may no longer be
protected;

(4) extra fuel/energy to take into account anticipated delays or specific operational constraints; and
(5) discretionary fuel/energy, if required by the pilot-in-command.

(¢) The operator shall ensure that, if a flight has to proceed to a destination aerodrome other than the one
originally planned, in-flight re-planning procedures for calculating the required usable fuel/energy are
available and comply with points (c)(2) to (c)(7) for aeroplanes, and point (d) for helicopters.

(f) The pilot in command shall only commence a flight or continue in the event of in-flight re-planning,
when satisfied that the aircraft carries at least the planned amount of usable fuel/energy and oil to
safely completethe flight.;

(c) point SPO.OP.150 (b) is replaced by the following:
‘(b) the place of intended landing is designated as an isolated acrodrome and:
(1) an instrument approach procedure is prescribed for the acrodrome of intended landing; and

(2) available current meteorological information indicates that both following meteorological conditions will
exist from 2 hours before to 2 hours after the estimated time of arrival, or from the actual time of
departure to 2 hours after the estimated time of arrival whichever is the shorter period:

(i) acloud base of at least 300 m (1 000 ft) above the minimum associated with the instrument approach
procedure;

(i) visibility of at least 5,5 km or of 4 km more than the minimum associated with the procedure.’;
(d) point SPO.OP.155 (b) is replaced by the following:

‘(b) For all other types of fuellenergy, necessary precautions shall be taken and the aircraft shall be properly
manned by qualified personnel ready to initiate and direct an evacuation of the aircraft by the most practical
and expeditious means available.’;

(e) the following point SPO.OP.157 is inserted:
‘SPO.OP.157 Refuelling with engine(s)and/or rotors turning — helicopters
(a) Refuelling with engine(s) and/or rotors turning shall only be conducted:
(1) with no task specialists embarking or disembarking;
(2) if the operator of the aerodrome or operating site allows such operations;

(3) in accordance with any specific procedures and limitations in the aircraft flight manual (AFM);
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(4) with JET A or JET A-1 fuel types; and
(5) in the presence of the appropriate rescue and firefighting (RFF) facilities or equipment.
(b) The operator shall assess the risks associated with refuelling with engine(s) and/or rotors turning.

(c) The operator shall establish appropriate procedures to be followed by all involved personnel, such as crew
members, task specialists, and ground operations personnel.

(d) The operator shall ensure that its crew members, ground operations personnel, as well as any task specialist
involved in the procedures, are appropriately trained.

(e) The operator shall ensure that the helicopter refuelling procedures with engine(s) and/or rotors turning are
specified in the operations manual.’;

(f) point SPO.OP.190 is replaced by the following:
‘SPO.0OP.190 Fuel/energy scheme — in-flight fuel/energy management policy

(a) The operator of complex motor-powered aircraft shall establish procedures to ensure that in-flight fuel/energy
checks and fuel/energy management are performed.

(b) The pilot-in-command shall monitor the amount of usable fuel/energy remaining on board to ensure that it is
protected and not less than the fuel/energy that is required to proceed to an aerodrome or operating site where
a safe landing can be made.

(c) The pilot-in-command shall advise air traffic control (ATC) of a ‘minimum fuel/energy’ state by declaring
‘MINIMUM FUEL’ when the pilot-in-command has:

(1) committed to land at a specific aecrodrome or operating site; and

(2) calculated that any change to the existing clearance to that aecrodrome or operating site, or other air traffic
delays, may result in landing with less than the planned final reserve fuel/energy.

(d) The pilot-in-command shall declare a situation of ‘fuel/energy emergency’ by broadcasting ‘MAYDAY MAYDAY
MAYDAY FUEL when the usable fuel/energy estimated to be available upon landing at the nearest aerodrome
or operating site where a safe landing can be made is less than the planned final reserve fuel/energy.’;

(g) point SPO.POL.110 is replaced by the following:

‘SPO.POL.110 Mass and balance system — commercial operations with aeroplanes and helicopters and non-
commercial operations with complex motor-powered aircraft

(@) The operator shall establish a mass and balance system to determine for each flight or series of flights the
following:

(1) aircraft dry operating mass;
2
3
4
5

(6) applicable aircraft centre of gravity (CG) positions.

mass of the traffic load;

2)

(3) mass of the fuel/energy load;

(4) aircraft load and load distribution;
()

take-off mass, landing mass, and zero fuel/energy mass; and

(b) The flight crew shall be provided with a means of replicating and verifying any mass and balance computation
based on electronic calculations.

(c) The operator shall establish procedures to enable the pilot-in-command to determine the mass of the
fuel/energy load by using the actual density or, if not known, the density calculated in accordance with a
method specified in the operations manual.’;

(h) in point SPO.POL.115 (a), points (6), (7), (8) and (9) are replaced by the following:
‘(6) mass of the fuel/energy at take-off and mass of trip fuel/energy;
(7) mass of consumables other than fuel/energy, if applicable;

(8) load components;
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(9) take-off mass, landing mass, and zero fuel/energy mass;’;
(i) point SPO.IDE.H.146 (a)(1) is replaced by the following:
‘(1) they are not within the scope of point SPO.IDE.H.145 (a);".
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ANNEX I

In Annex I to Regulation (EU) No 965/2012, the following point (98b) is inserted:

‘(98b) “psychoactive substances” means alcohol, opioids, cannabinoids, sedatives and hypnotics, cocaine, other
psychostimulants, hallucinogens, and volatile solvents, with the exception of caffeine and tobacco;’.
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